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BE CAREFUL WHEN YOU SIGNAL 


In a recent case of a disabled 
yacht, misinterpretation of visual 
signals resulted in the reporting 
of the yacht as not in distress 
when actually it was. This almost 
cost the lives of the three persons 
on board. 


The search and rescue organi- 
zation had been alerted to the in- 
cident by reports of an EPIRB sig- 
nal being transmitted. When the 
source was run down, the yacht was 
located and the following indica- 
tions of distress were apparent: 


1. The EPIRB signal was com- 
ing from the craft: 
2. The persons on board were 


waving a white flag at the aircraft: 


3. The vessel was upright but 
was broadside to the seas; 

4, There were no sails set 
(wind had blown them out). 


A helicopter, which had been 
dispatched after the vessel was lo- 
cated, approached and hovered. A 
crewmember of the helicopter waved 
and shouted. The operator of the 
yacht spread his arms out ina 
gesture of "what's the question?” 
The pilot of the helicopter gave 
a thumbs-up signal to inquire if 
the unit was in distress. The op- 
erator of the yacht thought it was 
obvious that he needed assistance 
and that the pilot was asking if 
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anyone was injured and needed medi- 
cal evacuation. He gave a return 
thumbs-up signal to indicate that 
all on board were okey and they 
didn't need medical evacuation. 

The pilot interpreted this to mean 
that thev were not in distress and 
didn't need assistance. When the 
helicopter departed the scene, the 
operator of the yacht believed 

that a vessel was being sent to as- 
sist him. 


Instead, the helicopter pilot 
reported the case as a non-distress. 
Everyone believed this and the case 
was closed. 


Meanwhile the vessel kept drift- 
ing and it looked as though it would 
go aground (it later did), so the 
three persons on board abandoned the 
ship into a liferaft, all three 
wearing wetsuits. Four davs later 
a motor vessel found them adrift and 
picked them up. 


It seems doubtful that this 
tvpe of case would happen exactly 
like this again since Commandant 
Instruction 2370.1 series now re- 
quires a follow-up on all EPIRB 
signals in order to turn them off 
if the case is not a distress. How- 
ever, this should be a good lesson 
on the need for getting communica- 
tions clearly established with a 
potentially distressed craft. 


ON SCENE is a SAR publication published by the Commandant, U. S. 
Coast Guard as a source of information concerning current and pro- 


posed procedures as well as new developments in SAR. 


Articles con- 


tained herein are non-record and non-directive. 


THE SPIRIT OF '76 


By LT J. E. SMITH, Jr. USCG 


The following is a summary 
of a recent SAR incident where com- 
puter-assisted search planning was 
used. It indicates the accuracv 
that may be obtained by, and the 
usefulness of, CASP and SARP as 
search planning tools. 


Karl Thomas departed the Naval 
Air Station at Lakehurst, New Jer- 
sey, on Friday evening, 25 June, 
aboard a helium-filled balloon, 
"THe Spiebut Of *76". .This.was the 
beginning of an unsuccessful attempt 
at a record-setting Atlantic cros- 
Sing. A chronology of events fol- 
lows: 


260100Z Jun 76- “Spirit of '76" 
lifts off from 
NAS Lakehurst. 
Loran position 
radioed to 
ground support 
crew in Man- 
hattan. Loran 
gear was in- 
operative be- 
yond this 
point. 

DR position 
radioed to New 
York-bound com- 
mercial air- 
craft. This 

was last con- 
firmed contact 
as balloon en- 
tered thunder- 
storm area. 
Ground support 
crew declares 
distress and 
the Coast Guard 
becomes offi- 
cially invol- 
ved. 


261030Z Jun 76- 


270652Z Jun 76- 


30 June 1976- 


Although the Coast Guard may 
discourage such hazardous voyages, 
it can do nothing to actually pre- 
vent them. 
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Accordingly, it is prudent to 
acknowledge the potential for dis- 
aster that they represent. It is 
not often that a SAR incident, es- 
pecially one associated with heavy 
media coverage, allows the Coast 
Guard to prepare for its occurrence 
in advance. Atlantic Area and 3rd 
District RCC maintained liason with 
Thomas' ground crew from the outset 
of the voyage. When communications 
were lost with the balloon and doubt 
began to grow about the safety of its 
pilot, the Coast Guard initiated un- 
official action in anticipation of 
the call for help. The Operations 
Analysis Branch (NAB) of Atlantic Area 
was briefed and asked to begin 
groundwork for possible CASP (Com- 
puter-assisted Search Planning) us- 
age. 


ABOUT THE AUTHOR: 


LT James E. Smith, Jn. id pre- 
sently serving with the Operations 
Analysis Branch, Coast Guard Atkan- 
tic Anea. He graduated from the 
U. S. Coast Guard Academy in 1969. 


He spent two years ads Deck Watch 
Officer on the USCGC CHAUTAUODUA 


(WHEC-41) in Honokuku, Hawaii and 
the next two years as CO of the 
USCGC CAPE WASH (WPB 95310) in 
Monterey, Cakifornia. He received 

a Master's degree in Operations 
Reseanch/Systems Anakysis from the 
U. S. Navak Postgraduate Schook in 
September, 1975 and was then assign- 
ed to the Athantic Anea Staksh, work- 
ing mostky in computer-assisted SAR. 


The situation presented some 
unique problems and made evident 
the flexibility of the CASP system, 
in company with other SAR-oriented 
computer services. The first prob- 
lem to overcome was obtaining re- 
liable above-the-~surface wind in- 
formation, since the computer wind 
files contain surface observations 
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only. The consensus of opinion 

was that winds at altitude between 
3000 and 5000 feet were necessary. 
The International Ice Patrol was 
able to furnish a varietv of weather 
maps at different altitudes. These 
maps, though accurate, were not 
clear copies and frequently the 
meteorological shorthand was too 
fuzzy to decipher. For example, 

a 15 knot wind barb was hardly dis- 
tinguishable from a 10 or 20 knot 
symbol. In addition, the weather 
maps generally covered the entire 
globe and few readings were posi- 
tioned close to the geographical 
area of interest. OAB and Ice 
Patrol personnel studied the compu- 
ter surface winds and weather charts 
and decided on a simple relationship 
which, when applied to the computer 
winds, yielded reasonably accurate 
3000-5000 foot winds. The weather 
charts showed another valuable piece 
of information - the clear presence 
of a semi-stationary front along the 
expected path of the balloonist. 


It was necessary to try to pre- 
dict the track of the balloon. One 
approach, given enough time, would 
have been to take an initial posi- 
tion and corresponding DTG, call 
WEAX( program for obtaining weather 
info) for the wind at that time and 
place, adjust the winds for the pro- 
per altitude, DR the balloon along 
the windline for some increment of 
time and then repeat the process 
until the balloon had been DR'd to 
the control time. Since the pros- 
pects for active CG participation 
indicated about 120 idle hours 
since lift-off, the incremental ap- 
proach was considered too time con- 
suming. Some accuracy could be 
traded-off for a tracking procedure 
that would be less cumbersome. This 
was accomplished as follows: 


A SARP was originated at Lake- 
hurst at 260100Z Jun 76 and drifted 
to a datum of 011600Z Jul 76 
(the anticipated mid-point of the 
first search). Average sea current 
and local wind current were zeroed 
out leaving the leeway (action of 
the wind alone on the surface area) 
to provide the only drift impetus. 
The leeway vector was structured 
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so that the magnitude was equal to 
the wind velocity and the direction 
was 10 degrees either side of the 
windline (configuration=F, sector= 
20, multiplier=1.0, exponent=1.0). 
The SARP output showed 10 computer 
winds at 12 hour increments. These 
surface winds were adjusted to cor- 
respond to 3000-5000 foot winds and 
the SARP was resubmitted with these 
winds as "user" input. The output 
of the second SARP was used to plot 
the balloon's track in 12 hour legs 
using the intermediate drift posi- 
tions on the printout. Even though 
the modified winds on the second 
SARP no longer applied to the exact 
same geographical positions on the 
first (the balloon drifted at a 
different rate in the second SARP), 
the speed/accuracy trade-off seemed 
reasonable. 


The 20 degree leeway sector 
generated a minimax plot. Connect- 
ing the mid-points of the interme- 
diate drift positions yielded the 
balloon'ts track, and the minimax 
envelope became the NAVERR, as shown 
‘ny Figure 1. 


leftmost 
intermediate 
drift position 
2613002, 











LAKEHURST 
2613007 
rightmost 
intermediate 
drift position 


This approach resulted ina 
SARP-generated track of the balloon 
as it was acted on solely by the 
force of the wind, complete with 
navigational error, which could 
easily be input into the CASP sys- 
tem. 


The CASP problem was construct- 
ed with one POS, one ARA and two 
TRKs. The tracks’ were generated 
from the two most certain positions, 
Lakehurst and the loran fix at 
261030Z Jun 76 which was supported 
by FAA monitored fixes for the first 
few hours of the flight. Both tracks 
were configured so that the most 
likely point of distress would oc- 
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cur after the time of last contact, 
270652Z. Since the loran fix was 
on the margin of the envelope of 
the Lakehurst track, it was felt 
that the two tracks might coincide 
and negate the need for two sepa- 
rate tracks, in favor of one doubly 
weighted. But due to the action of 
the stationary front through which 
both tracks passed, the Lakehurst 
track and the loran track separated 


FIGURE 2 
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quickly, the Lakehurst track moving 
east and the loran track curving 
northeasterly around Nova Scotia 
and Newfoundland (see Figure 2). 
Thus it became obvious that the 
CASP analysis was highly sensitive 
to the accuracy of the wind and po- 
sition information. The divergence 
of the two tracks also indicated 
that the anticipated search would 
encompass a vast geographic area. 
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The POS represented the 2706522 
DR position which had been radioed 
to the New York bound aircraft. The 
position was input with an associated 
semi-minor axis (incident position 
error) of 100 miles, which greatly 
diluted the effect of the POS on 
the total CASP package. This was 
done since there was great doubt 
about the accuracy of his reported 
DR position. Over water with no 
relative wind and no fixed refer- 
ences, DRing is chancy at best. It 
was felt that Thomas would have no 
way of judging the direction of his 
movement accurately. Conseauently, 
this POS was "watered down" with 
uncertainty but included nonethe- 
less since CASP is designed to in- 
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corporate all information in the 
analysis. 


The ARA file was built to in- 
clude that area of the ocean where 
weather charts indicated the pres- 
ence of the quasi-stationary front. 
A control time of 271200Z corre- 
sponded with the weather maps and 
the time of the last contact with 
the "Spirit of '76". Thomas' ground 
crew felt that possible squalls and 
low, turbulent clouds should be con- 
sidered a highly probable danger 
area. The CASP input was construct- 
ed schematically as shown on the 
following page. Figure 3 shows the 
large area to be considered. 
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ARA MAP 
0 
0116002 
Two 1500 mile long tracks and calculations inscribed an area of 
a 5 day drift of the POS and ARA approximately 40,000 square miles. 
constitute a major effort in terms Searching inside this contour at 
of computer time. Additionally, the prescribed track spacing would 
the evening of 30 June, marking the increase search effectiveness (to- 
end of the fiscal year, is not an tal probability of finding the tar- 
optimal time to run a big computer get) faster than searching at any 
job. However, the CASP was executed coverage outside. The search units 
and search areas determined for available dictated that about 12, 
1 POLY 6 000 square miles could be searched 
on 1 July, and parts of the three 
The CASP map, as expected, highest probability cells were se- 
covered an extensive area of the lected. 
ocean, but fortunately with only 
one high probability cluster. Effort Now, the bottom line. Karl 
TRK from 50 
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Thomas was picked up by a Soviet 
fishing vessel at 2300 on 30 June. 
The Coast Guard was notified of 

his recovery at 1100, 1 July, after 
active search had begun at first 
light. His position was at the 
boundary of the effort contour and 
about fifty miles from the search 
area. Had he not been found by 

the Soviet fishing vessel he would 
have been in the search area for 

the second day's search. Considering 
the vastness of the total probability 
distribution, the sensitivity of the 
CASP process to the accuracy of the 
wind, and the uncertainties which 
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clouded almost every major clue, 
it is considered laudable that CASP 


was able to come this close. Figure 
4 shows where the balloonist was 
rescued. 


This case falls into that cat- 
egory of cases where computer-assist- 
ed search planning tools have been 
essential in the allocation of search 
effort. The benefits of its proper 
use can be counted in dollars with 
little difficulty; ie, flight hours 
and ship movements saved. The cost 
is that of training those personnel 
involved with its use. 
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A SUGGESTION ON RETRO-REFLECTIVE TAPE 


A suggestion recently adopted 
for optional use recommended the 
attachment of a one-inch band of 
retro-reflective material to life 
ring/float lights just below the 
light. The purpose is to provide 
an additional aid in locating the 
float light/life ring under usual 
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circumstances and as a primary aid 
in recovering a non-functioning 
float light. 


Coast Guard units which wish 
to do so may implement this sug- 
gestion using available retro-re- 
flective material. 
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A SURVIVORS ACCOUNT OF 
A RESCUE VIA EPIRB 


Editors Note: In our last issue 


we published an article on dis- 
tressed yachts which had been lo- 
cated by means of Emergency Posi- 
tion Indicating Radio Beacons 
(EPIRBs). 


The Coast Guard was 
fortunate to receive the following 
survivor's account from Mr. Hamil- 
ton Y. Ferris, the operator of the 
trimaran JAN which was one of the 
yachts described in our EPIRB 
article in Issue 4-76. Thank you 
Mr. Ferris. 


NARRATIVE ACCOUNT 


The following is an account, 
from memory, of interesting events 
prior to the capsizing of "JAN", a 
31-foot trimaran, en route from the 
Azores to Newport, R.I. The origi- 
nal log with daily entries, posi- 
tions, etc., was lost at the time 
of capsizing. 


6/22/76 Tues. 05:00 Departed 
Horta in company with "EDITH", 
Rory Nugent's trimaran, and kept 
in sight of each other all day in 
6 to 10 knot SW winds. 


6/23 through 6/30 Did not 
sight "EDITH" again. Pleasant, un- 
eventful days with constant SW 
winds nudging me over northward 
while a more desirable heading 
would have been southwestward to 
the 35th parallel of latitude for 
the long westward haul. 


7/1 Thurs 14:00 Hit a very 
heavy object which stopped boat 
dead in the water and turned it 
to starboard. No splintering of 
wood, no rending of metal or noti- 
ceable damage to bow or dagger- 
board, so whatever the "JAN" hit 
was well padded and many times 
heavier to have stopped her dead 
still when travelling at a 6 knot 
speed. The disarray of tools, 
clothing, food, a storage battery 
that jumped out of its retaining 
chocks and a chart table that tore 
loose and moved forward 10 inches 
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main and no jib. 


was impressive. The only visual 
evidence of the object was much 
up-welling, off-colored water, the 
disturbance increasing in size to 
about. 8’. by 12'.., It eould. well 
have been a whale. 


7/2 Friday Westerly wind shift 
allowed me to head SW on starboard 
tack towards 35th parallel. 


7/3 Sat. Wind back to SW again, 
but not before "JAN" had worked 
a little south of the desired 35th 
parallel. 


7/4 Sun. Back on port tack 
headed west. Noticed leak caused 
by bent chain plate where it emerges 
from the hull for starboard-aft 
cross-arm stay. Believe it was 
bent by the impact with the unknown 
object (whale?) on 7/1. There is a 
heavy ground swell rolling in from 
the west which suggests a storm in 
the Bermuda area, possibly the tail- 
end of a hurricane but nothing men- 
tioned on the radio. 


7/5 Mon. Wind picked up and 


heading due west under reefed jib 


and reefed main. 
7/6 Tues. Down to double-reefed 
Barometer dropping. 


7/7 Wed. All sails are furled. 
Lying a-hull with SE wind on port 
beam. 


7/8 Thurs 02:00 Wind still from 
the SE but now a gentle zephyr. The 
stars are bright so cautiously ran 
up reefed jib and reefed main. 

06:30 Wind has re- 
versed and is building up from the 
NW. Double-reefed main and took 
in jib. Now on starboard tack 





heading SW with thunder and light- 


ning storms all around me. 
7/9 Fri. Held SW course to 


latitude 32°22', then headed west 
for Bermuda, some 260 miles dis- 
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tant. Another thunder and light- 
ning storm boiling along-Mach 2 or 
thereabouts. 


7/10 Sat. 11:00 Barometer 
dropping again. 76 miles due east 
of Bermuda and wind has quit me 
completely. Pumped starboard pon- 
toon - leaks a little but never 
more than 30 to 40 strokes on 
pump in a 72-hour period. 

11:45 Wind is back 
but directly out of the west (from 
Bermuda). No chance of reaching 
Bermuda by sundown with this head 
wind; laid a course for Newport 
to avoid any more tacking which 
had plagued me for most of this 
voyage. 





7/11 Sun. Wind increasing and 
barometer dropping. To the best 
of my recollection, noon position 
was 34°28' N 64°47' W. Reefed the 
jib and main, then as the wind con- 
tinued to build up from the SW in 
the early evening, shortened down 
to double-reefed main and no jib. 
A comfortable amount of sail for 
the conditions and "JAN" self- 
steers beautifully, as also on so 
many other headings and sail ar- 
rangements, 


7/12 Mon. 0600 
the increase out of SW. Took off 
all sail and noticed that "JAN" 
continued to press for Newport at 
1 to 11/2 knots, possibly getting 
a little lift from the seas or 
from the driving angle of the furl- 
ed mainsail and boom which was tied 
to leeward. Was pelted by rain 
from 2 separate thunder and light- 
ning storms - morning and after- 
noon. (Never experienced so many 
in a 4-day period.) About dusk I 
raised the daggerboard which in 
retrospect may have been a mistake 
and noticed that the headway in- 
creased and also the leeway. Baro- 
meter still dropping, not fast 
but steadily, down 0.55 inches 
since Friday morning. Cannot get 
weather reports because of extreme- 
ly poor radio reception. Remember 
thinking: "This can't go on much 
longer." 


Wind is on 
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7/13 Tues 05:00 (approx) Was 
hit by thunder and lightning storm,,. 
wind screeching, and over "JAN" 
went without protest or "by-your- 
leave" or any kind of warning. Had 
been lying a-hull with sails well 
furled for the past 23 hours. Could- 
n't believe what had happened, it 
happended so smoothly, like rolling 
over on polished bearings. After 
a bit of confusion, I started clean- 
ing the cabin, sorting, organizaing 
and hurriedly jettisoning the lead- 
acid storage battery. Was amazed 
how quickly one matter-of-factly 
adjusts to an upside-down world 
with no thought of the ridiculous 
aspect of performing mundane tasks 
while standing on the ceiling 
waist-high in water. Set up radio 
distress beacon above the water 
level inside the hull and started 
transmitting. Put on wet-suit and 
swam through hatch for a look out- 
side. Thunderstorm was gone and 
the seas were about the same as 
yesterday. Scratched circumstances 
of the capsizing and identification 
through the red bottom paint - 
white letters on a red background. 
Cut daggerboard and forward hatch 
cover loose as they were pounding 
badly, mounted 10' oar in dagger- 
board box with international orange 
poncho attached to serve as a 
large flag. Returned to flooded 
cabin, enjoyed a can of kidney 
beans, then was surprised to hear - 
so soon - the drone of an airplane 
overhead. (It seemed that not more 
than 3 hours had elapsed since ac- 
tivating the distress beacon.) 

The rescuing ship, the 42,000 
ton bulk carrier "Heering Mille" 
was apparently notified of my pre- 
dicament at 13:00, at which time 
she was about 30 miles to the east. 
She altered her course, proceeded 
to my 36°36'N by 66°19'W position, 
and by 16:08 had me on deck via the 
Jacob's ladder route. Life aboard 
this Danish ship was an on-going 
delight. There is no way I can de- 
scribe all the courtesies that were 
extended. The open-hearted welcome 
from the Captain, officers and 
friendly crew was monumental. This 
was truly a happy ship. 
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CONCLUSIONS question the conventional proce- 
5 dures for lying a-hull which were 
The unusual aspect of this cap- followed in this instance. However, 


Sizing is that the trimaran "JAN" if it is a storm situation which 
rolled over into the on-coming seas Occurs a little more frequently, 
rather than away from them. Appar- then perhaps lying-to on a sea 
ently, an 180 degree wind reversal anchor should be encouraged in pre- 
caused by the screeching winds of ference to lying a-hull. 

the thunder and lightning storm 

hit the lee side of the boat, skid- Whether the fact that the dag- 
ding her into the steep face of an gerboard in the up position con- 
oncoming wave. Although not actual- tributed to the capsizing will prob- 
ly observed, it appears that the ably never be known. It can, of 
wave tripped and buried the now Course, be speculated that if it 
leading pontoon, causing the side- had been down, "JAN" would probably 
ways skidding boat to capsize. It not have skidded sideways as rapid- 
seems to me that if this was an ly into the oncoming wave and may 
extremely unusual storm situation, not have tripped herself as she 
then it would be a mistake to appears to have done. 





New SAR Chief At 
CG Headquarters 


CAPT Lawrence A. WHITE recent- Capt WHITE's assignments dur- 
ly releived CAPT Charles B. HATHA- ing his career included (besides 
WAY as Chief, of the Search and the MACKINAW) duties as instructor 
Rescue Division at Coast Guard at the U. S. Coast Guard Academy 
Headquarters, Washington, D. C. and Officer Candidate School, dut- 
CAPT WHITE came to Washington from ies on District and Headquarters 
a two-year tour as Commanding Of- Staffs, and duties (including some 
ficer of the Coast Guard Icebreak- commands) aboard the Coast Guard 
er MACKINAW on the Great Lakes cutters EASTWIND, WESTWIND, CASCO, 
where he was instrumental in mak- EAGLE, LAUREL and BOUTWELL. He 
ing both the 1974-75 and 1975-76 also attended the U. S. Naval War 
extended winter navigation seasons College,and George Washington Uni- 
successful, thus allowing commer- versity where he received a masters 

ial traffic to operate thru the degree in International Affairs. 
entire winter. In recognition of 
this a mplishment the MACKINAW CAPT WHITE is the eleventh 
was awarded the Coast Guard Unit Coast Guard SAR Chief since the 
Commendation and CAPT WHITE was establishment of the division in 
awarded the Coast Guard Commenda- 1962. 


tion Medal. 
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YOUR OPINION PLEASE 


1. I think that ON SCENE is: 


LJ a waste of time 
LJ of minimum value 
LJ sometimes valuable 
Pet | 


consistently valuable 


2. I think the material presented 
is: 


too complicated 
oversimplified 
well balanced 
none of the above 
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I like articles about: 
(answer more than one if desired) 


boat operations 

ship operations 

aircraft operations 

case studies 

search planning 

search techniques 

rescue techniques 

actual SAR operations 
survival 

emergency medical services 
SAR research and development 
other agencies 

training aids 

SAR equipment (DMB, ESCP, pumps, 
EFBs etc.) 

international SAR 
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I think that most people at this 
unit: 


never see ON SCENE 

see it but don't read it 

see it and read it occasionally 
see it and read it often 
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My rank/rating is 


My type of unit is 
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What do you think of ON SCENE? 
it out, fold it, seal it and drop it in the mailbox. Pos- 
tage is not required if mailed in the U. S. mail system. 


Fill out this form, cut 


ol 


At present ON SCENE is published 
once every two months. I think 
this is: 


LJ too often 

L7 not often enough 

LT about right 

£7 none of the above express my 
opinion 


o 


At present each copy of ON SCENE 
is approximately 12 pages long. 
I think this is: 


too large 

too small 

about right 

none of the above express my 
opinion 
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I think that the format of ON 
SCENE is: 


too cheap 

too expensive 

about right 

none of the above express my 
opinion 
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fee) 


Of the features which have appear- 
ed, I like: (answer more than 
one if desired) 


L7 Riggers Loft 

£7 Ask Albert 

LJ Monday Morning Quarterback 
LJ Kudos Corner 

[7 Hats Off 
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